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MEETING OF THE STOCKHOLDERS 



OF THE 



PACIFIC RAILROAD COMPANY- 



The annual meeting of the stockholders of the Pacific 
Railroad Company, in accordance with the charter of the 
Company, convened pursuant to public notice at the Mer- 
chants' Exchange, in the city of St. Louis, on Monday, the 
30th March, 1861, for the purpose of acting upon the amend- 
ments to the charter, electing directors fur the ensuing year, 
and for the transaction of other business, when, on motion, A. 
B. Chambers, Esq., was appointed Chairman, and George R. 
Taylor, Esq., Secretary. 

The President of the Company, Thomas Allen, Esq., made 
the following report from the Board of Directors : 

Office Pacific Railroad Company, 
St. Louis, March 31, 1861. 

In pursuance of the requirements of the charter, the 
Board of Directors respectfully submit to the stockholders 
the following exhibit of the affairs and condition of the 
Company : 

It will be recollected that the preliminary organization of 
this Company took place on the 31st of January, 1850, at 
which time and occasion the eleven corporators present pledg- 
ed themselves to subscribe for $164,000 of the stock. 

On the 4th of February following, a book was opened at 

the Merchants' Exchange in this city for subscriptions to the 
1 
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stock, and during the period the book was kept open at that 
place, and others circulated in the several wards of the city, 
4,416 shares were subscribed. 

On the last Monday in March following, the Board of Di- 
rectors were elected as prescribed by the charter, and after 
considerable inquiry and correspondence in relation to a suit' 
able engineer, they succeeded in obtaining the services of Mr. 
James P. Kirkwood, then of New York, as Chief Engineer. 
Upon his arrival here, the Board instructed him to survey the 
most practicable route to the western boundary line of the 
State, including the Merrimac Valley route, crossing the Gcts- 
conade and Osage rivers south of Jefferson City ; and subse- 
quently the Missouri river route as far as Jefferson City, and 
also a line from the main line, near Cass county, to the Mis- 
souri river, near the mouth of the Kansas. Under his charge 
and direction the preliminary surveys were commenced, with 
two parlies, on the 24th of May, and subsequently another 
party, for a short time, was added, and all the field work was 
closed on the 29th of November. 

The results of these surveys are embodied in the report and 
maps herewith submitted for the information of the stockhold- 
ers. The report was completed in January of this year, after 
which the Chief Engineer was dispatched to Washington city 
on business of importance to the company. 

The report itself shows the great extent of the work accom- 
plished by the Engineer Department, and furnishes internal 
evidence of the intelligence and ability with which it has been 
conducted. It has comprehended a general examination of 
the country, and an instrumental survey of three routes to the 
Gasconade river, viz : 1st, by the Merrimac Valley ; 2(1, by 
Uniott Ridge ; 3d, by the Missouri Valley, with continuation 
condensed into two routes to Jefferson City — one route cross- 
ing Osage river south of Jefferson City, and pstssing by 
Versailles., and surveys continued to State line in Cass county, 
and also by Independence to Kansas. These surveys have em- 
braced AD extent of country of over three hundred miles in 
length, and of from twenty to thirty miles in width, and the 
aggregate lejagth of the different lines is 826 miles. 

To meet the lexpenses of these surveys, the Board of Direc- 
(tors, in May, made a call upon the stockholders for an instal- 
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ment of five per cent, upon their subscriptions, two and a half 
of which was made payable on the Ist of June, and two and a 
half on the 1st of August, 1860. The instalments were paid 
by the stockholders generally, with encouraging promptitude. 
The total amount collected of these instalments, as will ap- 
pear by the Treasurer's report, is $24,517 50. 

The total amount unpaid is $2,687 50. 

Of these arrears it is believed, that nearly all are collectable, 
and it is the intention of the Board, at a proper time, to re- 
sort to those means which are given by the charter to enforce 
payment with interest. In the meantime the delinquents are 
not entitled to vote in the company. 

The total amount expended during the past year for instru- 
ments, outfits, engineering, rent, &c., is $20,056 65. 
Balance in the treasury, March 31, 1851, $4,943 78. 

During the progress of the surveys, last season, the Presi- 
dent of the Company personally visited most of the counties 
situated on or near the proposed line of our road. He found 
a general disposition prevailing among the people of those 
counties, to aid our work by every means in their power. 
Steps were taken by the County Courts in nearly all of them, 
to test the sense of the people in regard to subscriptions by 
their respective counties. In every case the vote resulted in 
favor of the subscription. No county subscription has, how- 
ever, actually been made, excepting by the eounties of St. 
Louis and Jackson; the former of which has subscribed 
$100,000, and paid the first instalment of five per cent, and 
the latter has made, by order of court, a conditional sub- 
scription of $100,000, payable when the road is completed oip 
to the Jackson county line. A small amount of individual sub- 
scriptions have been made in Franklin county and in Cole 
county, and efibrts are making, with reasonable prospect of 
success to increase the subscription in those counties. 

The total amount of actual subscriptions to the stock of all kinds, to thifl 

time, is ^. $544,100 

Add conditional subscription of Jackson county 100,000 

Add subscriptions of individuals in Cole and Franklin, about... 14,000 
Add subscription voted by people of St. Lonis ^« 500, 000 
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$1,158,100 
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It may be proper to exhibit here the sum Decessary to be add' 
ed before we cao avail oaraeWea of any part of the State loan. 
aoJ this sum it is iipcessnry ti> intse Uy further 8u!>8cri|ilioii3 
hero, qdJ in thocounties afuug tire line in the interior,..,...., 341 .OOJ 

$I,500,C0J 
Upon which the State makes a loan of 1,500.000 

$3,000,000 

To avail ourselves of the whole of the loan authorized by 
law, we shall be obliged to iucrease our stock subscriptions 
$600,000 more than the above, when our available means 
would amount to $4,000,000. 

The law enacted by the Licgislature to expedite the con- 
struction of our road, requires the Governor to issue and de- 
liver to the Company $60,000 of the bonds of the State, run- 
ning twenty years, and bearing six per cent* interest, for every 
$60,000 collected and expended ot our own moneys in the ac- 
tual construction of our road, provided, however, that we shall 
first have $1,600,000 subscribed in good faith, to our stock, 
and that the total amount issued to our company shall not ex- 
ceed two millions. To secure to the State the payment of the 
annual iiiterest and the ultimate redemption of the principal 
of these bonds, the Company are to mortgage their road and 
its appurtenances to the State, from time to time, as the bonds 
are issued and accepted by the Company. 

The application of the Company to Congress for a grant of 
the right of way through the public lands, and also for a dona- 
tion of alternate sections of land along the route of our road, 
although supported by numerous petitions from people in dif- 
ferent parts of the State, and by the entire delegation of Mis- 
souri in Congress, was not so successful as our appeal to the 
Legislature of the State. A bill granting the State, in aid of 
our work, alternate sections of land in a space six miles wide 
on each side of the road, passed the Senate of the United 
States, and, could it have been reached, would probably have 
passed the House of Representatives. That grant, when add- 
ed to our other available means, would have given us the abi- 
lity to construct our entire road to the State line. The Board 
cannot but hope that this much desired grant may be made at 
the next session of Congress. The location of our line seems 
to be necessary, in the view of many of our friends in the m- 
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tenor, in order to obtain the full amount of additional subscrip- 
tions which the interior counties would be willing to make. 
And yet it is well known that the final location, if made now 
in its whole extent, would be immediately followed by the pri- 
vate entry of valuable public lands upon it, and the Company 
would thus lose the benefit of any grant that might thereafter 
be made, while the United States would be the greatest bene- 
ficiary of our work. Already a considerable spirit of specu- 
lation has been excited by our proceedings, and large amounts 
of lands, subject to private entry, have been taken up in the 
vicinity of the lines of our surveys. The unusual receipts at 
the Sub-Treasury in this city, recently from the Clinton land 
district, may be referred to in proof of this. It would seem 
that the United States, in reference as well to their proprie- 
torship of land as to the necessities of their governmental ser- 
vice extending beyond our western boundaries, are deeply in- 
terested in the improvement proposed by our company, and 
ought, injustice and equity to assist us, as they can do so, not 
only without loss, but with positive advantage to themselves. 

The Board of Directors, however, believing that it is import- 
ant that a commencement should be made of the v^ ork, have 
concluded that some forty or forty-five miles of the road may 
be located and put under construction the present year, with- 
out thereby necessarily fixing the route of the remaining part 
of the line, but leaving the location of that part undecided, 
until we shall have tried the effect of another appeal to the li- 
berality of Congress. 

The report of the Engineer demonstrates the fact, that we 
may construct our road upon any one of the three lines sur- 
veyed for the distance of forty to forty-five miles westward of 
this city, and yet be able to adopt with facility either of the three 
lines surveyed beyond that point to our ultimate destination — 
the western line of the State. 

In consequence of the temporary absence of the Chief En- 
gineer, the necessity of further surveys around the city, and of 
the fact that a new Board of Directors is about to be elected, 
the present Board have not thought it advisable to locate any 
part of the line. It is believed, however, that the commence- 
ment proposed may be located and put in readiness for con- 
tract by the month of June. 
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The first part of the liae will be the most costlyyaitd the forty 
miles prof>osed may be estimated at about $1,000,000, inclading 
lands for buildings in St. Louis, land damages, supers tructure» 
buildings, machinery and cars. The expenditure naay be dis- 
tributed over such a space of time during the present year and 
the next, as not to make it necessary to call on the individual 
stockholders for more than 33 per cent, of their subscriptions^ 
during the present year. This result will be attained, wheth- 
er we are able to avail ourselves of any part of the State loan 
or not, if the city subscription be made as voted by the people. 
If we succeed in increasing our subscriptions the requisite 
amount to enable us to receive State Bonds, the amount of the 
call upon the stockholders will be lessened in proportion to the 
amount thus received from the State. 

The Board are of opinion that the Company and their friends 
may well congratulate themselves and the State upon the spirit 
exhibited by the recent session of the Legislature; especially as 
illustrated in the favor and liberality extended with great un- 
animity toward the enterprise of this Company. Pressed for- 
ward and sustained by a similar spirit, its triumph must be cer- 
tain. The Legislature granted nearly all we asked, both in the 
way of loan of the credit of the State, and in the amendments 
of our charter. We shall be unworthy of the confidence thus 
liberally reposed in us, if we should not exercise the powers 
and privileges granted to us, with good faith and renewed 
energy. 

The amendments to our charter cannot but be regarded as very 
liberal, and of very considerable advantage to the stockholders 
and the interests of the Company. Under the original charter 
the stockholders were individually liable to the creditors of the 
Company, to double the amount of their stock. This liability 
is reduced by the amendments to an amount equal to the amount 
unpaid on the stock held by each, and that only until the whole 
of the stock so held shall have been paid in. It was a n>atter 
of doubt before, whether our charter was not limited by the 
general law to twenty years. By the amendments a consider- 
able part of that law is made inapplicable and our charter is 
now perpetual. Before, certain points were fixed» by which we 
were obliged to construct our road. The whole country is 
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now, by the amendments, thrown open to us, and we may build 
our road on any line we may deem most advantageous, between 
St. Louis and the western boundary of the State. The property 
of the Company is, by the amendments, exempted from taxation 
for five years. 

There is another provision which reduces the power of the 
larger stockholders in the Company, and relatively increases 
the strength of the smaller ones. An ownership of ten shares 
is, however, made necessary, to make a stockholder eligible to 
a directorship, and the number of directors is increased to thir- 
teen. There are other provisions intended to protect the in- 
terests of the Company, as well as of the public, and to increase 
our facilities of procuring the necessary materials for construc- 
tion and operation. 

These amendments require the assent of a majority in num- 
ber and interest of the stockholders to give them the effect and 
force of law. 

It may be expected that we shall speak practically of the 
work we have undertaken. The able report of the Engineer 
will satisfy every inquiry as to its practicability. The charac- 
teristics of the several lines surveyed are there plainly exhibit- 
ed. The leneth is about 300 miles. The estimated cost aver- 
ages about $20,000 per mile, or a total of six millions, including 
everything necessary to put the road in complete working or- 
der. The maximum grade is about fifty feet to the mile; but 
this may possibly be reduced. 

The general plane of the country south of the Missouri river 
is shown to be somewhat higher, perhaps, than has been gener- 
ally supposed. In going west forty miles we rise four hundred 
feet above high water of the Mississippi. Atone hundred and ten 
miles distant, near the Gasconade, we are elevated six hundred 
and fifty feet ; at two hundred miles, seven hundred and fifty- 
five feet ; and at the State line, six hundred and sixty six feet above 
high water at St. Louis. The valley of the Gasconade is four 
hundred and ninety, and that of the Osage three hundred and 
eighty feet below this general plane, and the country, as far 
west as the Osage, is much broken, making considerable cur- 
vature and undulation in our line necessary. The valleys of 
the Missouri and of the Merriraac, however, as far as we may 
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follow them, both admit nearly level grades, and while the former 
is something the shortest, it is per mile the most costly. 

For example: the 65 first miles of the Merrimac route are 
estimated to cost $22,979 per mile, while the 49 first miles of 
the Missouri route are estimated at $26,878 per mile. The con- 
tinuation inland of the Merrimac route to the western boun- 
dary, involves somewhat greater length, and therefore a larger 
aggregate of cost. There are, however, certain combinations 
of the Merrimac and Missouri routes, which may, perhaps, be 
worthy of consideration upon the final location. 

Our prime object is, probably not now to get to the western 
boundary merely, and at all events, but it is to construct our 
road in such a line to that boundary as will best promote the 
interest of the company and of the public. Besides mechanical 
considerations, therefore, there are others of even greater im- 
portance to us, and which we must maturely weigh before mak- 
ing a selection and location of a route that is forever to seal the 
fate of the work. 

It is some encouragement to observe that the country through 
which our road is proposed to be located, is rapidly improving. 
According to the returns of the recent census, there has been 
an increase of population in the counties bordering the Mis- 
souri river on the south, from St. Louis to the western line, and 
including the next southern tier of counties, of about 24 per 
cent, in two years. 

The aggregate population of these counties 

In 1848 was 191,095 

In 1850itwas 236,100 

Increase in two years 45,195 

The country is found to be well supplied with minerals of dif- 
ferent varieties, with timber, and for the major part of the dis- 
tance it possesses excellent agricultural resources. The farm- 
ing lands are falling rapidly into the hands of those who will cul- 
tivate them, and the facilities of transportation to be afforded 
by the railway will bring out the resources of the mineral lands 
to the fullest extent. 

The trade of Missouri, judging by the increasing number of 
steamboats employed, is advancing at the rate of ten per cent. 
per annum. 



Repot t of the Board of Directors: 13 

So nearly as it can be ascertained, the river charges to and 
from the Missouri, were in 1860 : 

On Freight ^450,500 

On Passengers 368,000 

$818,500 

This, gathered from manifests, &c., is probably considerably 
lower than the truth. 

The stockholders are doubtless looking not only to the effects 
of this work upon the prosperity of the city and State, but very 
properly also to the probabilities of its traffic being remunerat- 
ive to them. The Engineer has, in his report, carefully collect- 
ed the materials for a very fair and reasonable estimate of the 
amount and value of its traffic. The several items which 
compose the estimate, seem, upon examination, to be mo- 
derately stated, and yet the aggregate shows an encouraging 
result. 

The estimate referred to, includes freight and passengers on 
all parts of the route, but the larger number of passengers 
and tons of freight, are for short distances. The estimate 
gives : 

128,000 tons of freight $470,000 

139,000 passengers 501.700 

Total $971,900 

In this is included some 46,000 tons of freight and 32,000 
passengers, not in any way accommodated by the river ; never- 
theless, a comparison of the above shows the estimate to have 
been based more on the present business of the country than 
on the increase that must inevitably follow the improvement 
of transportation — an increase that on all railroads has exceeded 
the most sanguine expectations of the projectors. 

It is, perhaps, not unworthy of remark, that the examinations 
and results of the past year, have very fairly, so far as they have 
gone, borne out all that was predicted or promised in the first 
address to the corporators, made in January, 1860, under the 
influence of which, in part, this company was organized. 

It only remains for us to add that the Company commenced, 
and have thus far progressed, with better success than has 
marked the insipiency of works ofasimilar extent in other parts 
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of the United States. The practicability, expediency and ad- 
vantages of the railroad have been demonstrated, and every 
circumstance encourages us to persevere to its final com- 
pletion. 

THOS. ALLEN, 

JAMES H. LUCAS, 
DAN. D. PAGE, 
EDWARD WALSH, 
GEORGE COLLIER, 
JAMES E. YEATMAN, 
L. M. KENNETT, 
LOUIS A. LABEAITME, 
JAMES HARRISON. 
St. Louis, March 31, 1851. 

On motion the foregoing report was accepted. 



TREASURER'S REPORT. 

The Treasurer made the following report, which, on motion, 
was accepted : 

Thomas Allen, Treasurer, in account with Pacific Rail Road Com- 
pany : 

DR. 

To instalments received of stockholders $24,517 50 

To cash from sale of horses $416 00 

To cash from sale of flat boats 66 93 

482 93 

$25,000 43 
CR. 

By cash paid for instruments, outfits, engineering and office 

expenses 20.056 76 

Cash onhand $4,942 78 

Amount of instalments unpaid 2.687 50 

C E. 

THOMAS ALLEN, Treasurer. 
St. Louis, March 31, 1851. 
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The President laid before the meeting the Report of the Chief 
Engineer, James P. Kirkwood, Esq., accompanied with maps, 
profiles and tabular statements, some of which are as follows, 
viz: 

P. Estimates of the cost of the route surveyed. 

E. Abstracts of estimates. 

H. Tables of grades going east and going west. 

K. Tables of curvature. 

M. Table of railroad freight, charges and passenger charges. 

N. Table of river freight charges. 

P. Tabular istatement of probable increase in value of lands. 

L. Loads of locomotives on different grades. 

Q. Table of distances from St. Louis to different .points. 

R. Population and valuation of Boston in 1820 and 1850. 

S. Population of certain cities. 

T. Table of Population of States, &c. 

The report and documents were considered and, on motion, 
accepted and ordered to be filed. 

On motion of C. C. Whittelsey, Esq., the following resolution 
was adopted : 

Resolved^ That the Board of Directors be requested to pub- 
lish in pamphlet form the reports of the President and Trea- 
surer of the Company, and so much of the Engineer's report 
as they may deem advisable. 

On motion of Mr. John Hogan, it was unanimously 
Resolved^ That this meeting approve of the resolution of the 
Directors adopted on the 12th inst.,to commence the construc- 
tion of forty-five miles of the road this season ; provided^ how- 
ever^ that the city of St. Louis shall first subscribe the amount 
of five hundred thousand dollars to the stock of said Company, 
as authorized by act of the Legislature, and directed by the vote 
of the people. 

On motion it was unanimouslv 

Resolved^ That the stockholders do assent to and approve 
the amendments to the charter of this Company, enacted by 
the Legislature, and approved March 1st, 1861 ; and in witness 
thereof they subscribe their names to the said charter amend- 
ments. 
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Mr. Barnett offered the following resolation : 

Resolved^ That the fiaal location of a portion of the road, in 
conformity to the resolution at this meeting adopted, be referred 
to the stockholders for their approval. 

Which, on motion of C. C. Whittelsey, was laid on the 
table. 

On motion of Mr. Knuckolls, it was 

Resolved^ That the chairman appoint a committee of three, 
to confer with the Mayor and City Council of the city of St. 
Louis, relative to the consummation of the proposed city sub- 
scription to the stock of the Company. 

The chairman, by virtue of the above resolution, named 
the following gentlemen : 

Wayman Crow, Edward Walsh and Hudson E. Bridge. 

On motion of Alexander Labeaume, it was ordered — 
That thi Secretary of this meeting give public notice that 
this meeting adjourns from day to day to meet at the same 
place, at the hour of ten o'clock, a. m., for the purpose of 
receiving the assent of the stockholders to the amended 
charier. 

On motion, it was 

Resolved, That the proceedings of this meeting, together with 
the reports of the Boards of Directors and Treasurer, be pub- 
lished in the papers of the city. 

The meeting adjourned until ten o^clock to-morrow. 



Pursuant to notice and adjournment, the stockholders met 
at the Merchant's Exchange, on Tuesday morning, the first of 
April. The minutes of the preceding meeting being read and 
approved, the Committee appointed to wait on the Mayor 
and City Council, relative to the proposed subscription to the 
stock of the Company, made the following report which was 
accepted. 
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The undersignedy a committee appointed yesterday hy this 
meeting for the purpose of conferring with the Mayor and City 
Council relative to the consummation by the city of the pro* 
posed subscription to the stock of the Company, 

REPORT : 

That in accordance with the resolution of instruotiony they 
have had an interview with L. M. Kennett, Esq., Mayor of 
the city, from whom they learn that an ordinance passed 
both branches of the Council yesterday evening, authoriz- 
ing the subscription, on behalf of the cityy of five hundred 
thousand dollars in the capital of the Pacific Railroad 
Company. 

The bill has not yet been presented to the Mayor, but the 
committee feel no doubt that it will be approved by him, and as 
soon as it becomes a law, that he will promptly make the sub- 
scription. 

Which is respectfully submitted. 

WAYMAN CROW, 

HUDSON E. BRIDGE. 

EDWARD WALSH. 
St. Louis, April 1st, 1861. 

The stockholders present subscribed their names to the 
amendments of the charter; after which the meeting adjourn- 
ed to meet at the same place on the following morning, at ten 
o'clock, A. M., where all the stockholders were urgently solicit- 
ed to attend. 

A. B. CHAMBERS, 

Chairman. 

G. R. TAYLOR, 

Secretary, 



The meeting of the stockholders was continued from dny to 
day, and stockholders continued to subscribe their names to the 
charter amendments until Friday, the 4th of April, when the 
meeting adjourned to Wednesday, the 9th of the same 
month. 
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Pursaant to a^'oarnment the stockholders met ag^ain at the 
Exchange Buildings, April 9th, 1861, A. B. Chambers, Esq., in 
the chair. 

On motion, 

Resolved f That this meeting stand a^joomed until the 4th 
Monday of November, a. d., 1861, unless sooner called by the 
chairman. 

A. B. CHAMBERS, 

Chairman. 

GEO. R. TAYLOR, 

Secretary. 
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REPORT OF THE CHIEF ENGINEER. 



St. Louis, January lOth, 1851. 

To the President and Directors of the Pacific Railroad Com* 
pany% 

Gentlemen : The preliminary surveys for your road» em* 
bracing an examination of the country between St. Louis and 
the western line of the State of Missouri in Cass and Jackson 
counties, were commenced on the 24th of May, and closed on 
the 29th November, 1860. I have now the honor to report the 
results. 

The accompanying sketch in profile of the general plane of 
the country between St. Louis and the western boundary of 
the State, will assist in understanding the ground over which 
we have passed. Sketch No. 1 shows the general outline of this 
plane, independent of the valleys made by the streams which 
break through it.' From St. Louis to the Gasconade the out- 
line shows the summit of the dividing ridge between the waters 
of the Merrimac and the waters of the Missouri ; from the 
Osage valley by Versailles to the State line, it shows the sum- 
mit of the dividing ridge which separates there the waters of the 
Osage river from those of the Missouri river above the mouth 
of the Osage. This general plane is crossed near its centre by 
the rivers Gasconade, Marais and Osage, creating there (as 
may be seen on sketch No..2) three deep valleys and two inter- 
vening ridges. These valleys, when compared with the height 
of the country on either side which has to be surmounted on 
the inland route, are respectively 490, 270 and 380 feet in 
depth. The valleys of the Gasconade, Marais and Osage 
rivers cross our general course nearly at right angles and are 
besides in such close proximity, as to render a circuitous course 
necessary to approach either of them and to escape from either 
of them at a tolerable grade. There must therefore, be consi- 
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derable distance lost in passing over this broken portion of the 
plane, attended with an expense of construction above the 
average. 

The general elevation of the plane of the Illinois country, in 
a direction east from St. Louis, varies as I am informed firom 
200 to 260 feet above the Mississippi river. It will be observ- 
ed by the profile sketch before you, that at 22 miles west from 
St. Louis, in the general direction of your road, the height of 
the plane is 300 feet above high water of the Mississippi, at 
40 miles 400 feet, at 60 miles 250 feet, at 110 miles 660 feet, 
at the Gasconade river 160 feet, the Osage river 120 feet, at 
165 miles 605 feet, at 200 miles 755 feet, at 260 miles 460 feet 
and at the State line in Cass county 666 feet above high water 
of the Mississippi at St. Louis. Your attention is drawn to 
this comparison between the general elevation of this section 
of the Missouri country, and that of the Illinois country, be- 
cause it is to a certain extent explanatory of the greater cost 
per mile of a railrond through this division of Missouri, when 
compared with one through the less elevated plane of Illinois. 

The first hundred miles from St. Louis, of this original plane 
is reduced to a narrow ridge by the action of the waters of 
the Merrimac river and of the Missouri river, whose valleys 
here run parallel to each other, the first on the southern side 
of this ridge, and the second on the northern side, narrowing 
the ridge at times to eight and ten miles in width. On this 
portion of the line we are therefore presented with three very 
marked modes of advancing to the upper country, one on the 
southern side of this ridge by the Merrimac valley, one follow- 
ing the top of the ridge along the "divide," and one following 
the northern side of the ridge up the Missouri river valley, all 
of which have been examined and surveyed. 

I will now describe the general direction of the several lines 
surveyed to Jefferson City, beginning with the line up the 
Merrimac valley and Bourbeuse ridge. 

The general map, marked U, and the profile sheets Nos. 1, 
2, 3 and 4, marked V, will explain the character of these lines 
in detail.* 

fc ■ ^— ^— »i»»— ^^— »i^»— .^ 

*The maps and profiles can be seen at tlie office of the CompaDj. 
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The base of all the levels is referred to the base of the mon- 
ument on Front street, St. Louis, 7 feet and six inches below 
the high water mark on that monument of the freshet of June, 
1844. 

The distances are measured from a point in St. Louis on 
Fourth street, to the north of the South Market, but the mode 
of reaching the river is not thereby intended to be defined, 
there having been no time devoted this season to the exami- 
nation of the diflerent modes of entering the city ; the proper 
location into the city remains to be determined after minute 
surveys of the different available lines through the streets. 



MERRIMAC VALLEY LINE. 

This line is represented on the accompanying map by a full 
black line. 

fStarting from Fourth street* in St. Louis, this survey follow- • ^ ^ 
ed the valley of Spring creek, crossing Chouteau's pond twice, gj ^^^ 
Near the head of this creek, at Mr. Suter's cottage, the lino 
crosses a subordinate ridge,* and enters the valley of the north - ^^- 
fork of the river Des Peres. The survey proceeds down the 
valley for some miles, and then follows the southern fork of 
the Des Peres to the summit of the ridge to be crossed to reach 
the waters of the Merrimac river. This ridge* is crossed near - ^ 
the Des Peres post office, and the line descends thence by the 
valley of Sugar creek and Grand Glaise creek to the valley* of ^3.6 
the Merrimac river. The ascent to this rids:e from St. Louis ^^^ 
is at the rate of 28 feet per mile, and the descent into the Ma- 
ramec valley at 40 feet per mile. 

There is another mode of reaching the Merrimac, which we 
have not had leisure to examine. From beyond Chouteau's 
pond this route diverges to the south, crosses the common 
fields of Carondelet, and enters the valley of the Gravois creek 
which it follows to its source, crossing there the same ridge 



fThe couoties, through which the lines described pass, are written on the margin. The 
figures on the margin show the distance of certain points from St. Louis, and the height of 
grade at those point) above high water at St. Louis; the upper figure being tho distance^ 
the lower one the height. 

2 
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and reaching the valley of the Merriroac river by the vallies oi 
Sugar creek and Glaise creek as in the route already describ- 
^- ed.* This route was surveyed in 1839, by Migor Morell. Ac- 
cording to his survey it is somewhat longer than the line sur- 
veyed during the past season. It would pass within reach 
of a greater number of coal fields than the other, and, for 
the first ten miles, would accommodate a denser population. 

^^ Having entered the Merrimac valley, the line follows the 

25 north bank of the Merrimac river to Flat creek* opposite to 
which Big river enters the Merrimac. Thence the valley of 
this creek is followed for some miles ; thereafter crossing Flat 
creek the survey returns to the valley of the Merrimac near 
the St. Louis county line. Thvf line then continues up the 
north bank of the Merrimac valley to the mouth of the Bour- 
ranklin. beuse river. 

A survey was made up the Bourbeuse river valley as far as 
Union, where it was abandoned on account of the distance 
lost by the circuitous nature of that valley; from the village 
of Union it was connected with the ridge survey to be after- 
wards described. 

The above line up the Bourbeuse having been abandoned, 
an examination was made of the ridge between the Bourbeuse 
and the Merrimac rivers, and the survey resumed from the 
mouth of the Bourbeuse river up that ridge. 

Crossing* the Bourbeuse river about three miles above 

its mouth, the survey follows a small branch lying in 

33^ our general course, and attains the summit of the ridge,'"' 

beyond Mr. Murphy's farm, with a grade of fifty feet 

per mile. Thence the line follows the divide for some 

~^^. distance, passing near Mr. Massy's house,* through the Hen* 

drick place and by Mr. Arstin Clark's. Beyond this, 

*it diverges to the south west and enters the valley of Little 

Boon creek, which is followed to the main creek, and so on, to 

.^'L near the mouth of Boon creek,* where the line diverges to the 

QQ left, and to avoid a long bend of the Bourbeuse, it crosses a 

345" high spur by a short tunnel* of 200 yards, entering thereafter 

91 the Bourbeuse valley, and crossing the Bourbeuse river* oppo- 

2"^^ site the mouth of Red Oak creek. The descent into Boon creek 

is at the rate of 60 feet per mile with heavy work. 
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Between the mouth of the Bourbeuse river and the mouth 
of Boon creek, another route was examined on the Bourbeuse 
ridge, but not surveyed throughout. This route diverges from 
the line just described near the farm of Mr. Samuel Massy, and 
with a course north of west, follows the vallev of a small branch 
to the Hamilton place on Hamilton creek. The line would cross 
the valley of this creek ; thence, rising to overcome a project- 
ing spur, it would follow the general direction of ttiat valley to 
Spring creek. It would then pursue one of the branches 
of Spring creek, and pass thence into a branch of Bbon creek, 
connecting thereafter, as shown on the map, with the line alrea- 
dy described. 

This route would not probably be more expensive in gradua- 
tion than the route surveyed, and it would save four miles of 
distance. I have, therefore, in the tables of distances and grades, 
allowed for this correction, and for a proportionate correction in 
the estimates. 

Resuming the description of the route surveyed ; after cross- 
ing the Bourbeuse river near the mouth of Red Oak creek, the 
valley of Red Oak is followed to the summit* of the ridge near ^^^i 
the \vidow Wiseman's house. The ascent is at the rate of 45 ^^^ 
feet per mile. From this last point the route enters one of the 
heads of Third creek, and thence follows Third creek to the 
Gasconade river. (UJ**) The Gasconade river is crossed here, Osage . 
and its west bank followed to the mouth of Swan creek. ( ^^^ ) 
The descent on Third creek is at the rate of 42 feet per mile. 

In all the crossings of the Gasconade and Osage rivers, the 
bridge estimates comprehend a draw bridge in the channel of 
sixty feet opening. 

Between the mouth of Red Oak creek, on the Bourbeuse 
river, and the mouth of Swan creek on the Gasconade river, 
another route was surveyed, which reduces the distance bet- 
ween these points three miles, and is the line on which the es- 
timate for the Merrimac route is based. The njaximum grade 
on this route is 50 feet per mile, while the maximum grade on 
the Third creek line, is 44 feet per mile. 

This route bears to the west from the mouth of Red Oak Frankl 
creek, and follows a small branch called Bear Rough creek, at- Gascom 
taining thus, with a grade of fifty feet to the mile, the summit 
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of a subordinate ridge, whose general course is followed to its 
connection with the main ridge* aear Douglas prairie. Thence 
the line follows the main divide to Galloway prairie. At Gal- 
loway prairie it diverges to the north-west,* and crosses some 
of the heads of Third creek, and of Buck Elk creek, and entei*s 
the valley of Indian creek which is followed to its nfM)uth ;* 
thence the line pursues the east bank of the Gasconade valley 
to Wilson's ferry oppostte Swan creek, where it crosses the 
Gasconade river, and* joins the route already described. 

The route now follows the valley of Swan creek with an as- 
cent of 50 feet per mile, crosses* the Linn ridge, and enters the 
valley of Cam Seay creek, which leads into the valley of the 
Marias river. The Marais river is thence followed to Lisle. The 
maximum descent here is 45 feet per mile. At Lisle the line 
crosses* the '.'sage river and follows thence the west bank of 
the Oiage to its mouth. ( Hg ) The survey then pursues the 
valley of the Missouri to Jefferson* City. 

Wherever the line crosses streams, or follows the valleys of 
rivers, the grade line is drawn at least two feet above the level 
of the highest known freshet, and this observation is applicable 
to all the routes surveyed. . 

The entire distance from St. Louis to Jefferson City by this 
route is 149 03 miles. 



UNION RIDGE LINE. 
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This line is distinguished on the accompanying map by a dot- 
ted line. 

From St. Louis to opposite the Des Peres Post OfBce, the 
line already described for the Merriraac route is common to this 



one. 



From opposite* the Des Peres Post Office on the ridge, the 
line continues along the "divide," passing about two miles to 
the south of Manchester, thence diverging southerly to within 
two miles of the Merrimac river, thence with a westerly direc- 
tion to Fox creek Post Office,* thence south westerly to Tuck- 
er's hill, where occurs the deep sink in the ridge known as 
Gray's gap. At the top of Tucker's hill,* the surface of this 
ridge is 400 feet above our base at St. Louis; at the foot of 
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Tucker's hill on the '^divide,''* the height is 225 feet above the -gsg 
same base. The difference is 175 feet, and the form of the 
ground does not admit of the descent being overcome except at 
considerable expense. 

From Gray's gap the line continues westerly along the **di- 50 
vide,"* passing about two miles to the north of the village of "^ 
Union, where occurs another important depression.* _5I 

From opposite Union the line bears south-westerly to about ^ 
a mile beyond Mr. Terry's farm, whence it follows a westerly 
course, still keeping upon the general line of the '^divide," to 
Mr. Nathan Wares; thence it continues with considerable irre- 
gularity in direction by Mr. Maupins to near the farm of Tho- _^ 
mas Stiles.* From this point the ridge pursues a north-west 4^ 
course for five miles, returning thence southerly some four miles. Gascoi 
This bend in the divide ws^s surveyed, but abandoned for the 
more direct line across the heads of Red Oak, attaining the 
height of the same ridge again* near the widow Wiseman's 
farm. From widow Wiseman's the line enters one of the 
branches of Third creek which it fallows to Gascopade river* 
as already described in connection with the Merrimac river route. Osa 
Thence the route follows the valley of the Gasconade to -Swan* Jl 
creek. From Swan I'.reek to Jefferson City, the line described ^ 
already for the Merrimac route is applicable to this route. Ca 

The entire distance from St. Louis to Jefferson City by this 
route is 142 97 miles. 
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MISSOURI RIVER ROUTE. 

This route is distinguished on the accompanying map by a 
dotted line. 

Leaving St. Louis in the same manner and on the same ^ ^ 
ground as the route for the Merrimac river, this route follows ^^ ^ 
the valley of Spring creek to near its source ; thence it enters 
the valley of the north fork of the Des Peres river which is fol- 
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lowed to its head»* the maximum grade on the ascent being 34 2 

feet per mile. From this summit the line descends to Feefe ] 

creek* with a grade of 40 feet per mile. Thence the line as- 1 
cends by a similar grade of 40 feet per mile to the source of this 

creek, crosses the "divide"* there,and falls into the heads of the -1 
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Spring branch of Creve Coeur creek. This branch is followed 
to the valley of the Missouri river*^ at Creve Coeur lake, with a 
maximum descent of 40 feet per mile. 

From Creve Coeur lake the line follows the bluffs of the Mis- 
souri valley to the Bonhomme bottom ; continuing along the 
bluffs, here it touches the river channel at Port Royal,* crossing 
the Bonhomme creek, Wild Horse creek and other smaller 
branches. Immediately beyond Port Royal the line passes over 
a rocky spur, with grades of 34 feet per mile. Thence the line 
continues along or near the bluffs to South Point,* crossing the 
Tavern creek and other branches and encountering points of 
rock which are partially avoided by increasing the uniform 
rates of grade of the river bottom. At South Point the line is 
in proximity again with the channel of the river and continues 
so to Washington,* and the crossing of St. Johns creek beyond 
that village. Thence the line skirts the bluffs, occasionally 
touching the river channel, and crosses the Boeuf creek and the 
Berger creek. From the Berger creek, for six miles up the valley, 
the line is distant from one to two miles from the river ; thence 
it continues along the river bank to the village of Hermann.* 
From Hermann the line runs along the foot of the rocky bluffs 
and close upon the channel of the river to the mouth of the Gas- 
conade river.* ^he Gasconade river is crossed a short distance 
above its mouth. From the Gasconade river the line continues 
along the bluffs and away from the channel of the Missouri 
river, for some fifteen miles, crossing Bailey's creek and other 
branches; thereafter it follows the channel, for some distance, 
leaving it at what is called French village, and touching it again 
before approaching the Osage river. Having crossed the Osage* 
the line passes behind the immediate bluffs of the river, crosses 
a spur with some heavy cutting, and crossing thereafter Roys- 
ton's creek re-enters the immediate valley of the Missouri ; 
thence it follows the channel of the river and the bluffs to the 
mouth of the Moreau river.* The Moreau river crosses our 
line very obliquely. Prom the Moreau river the line follows 
the bank of the Missouri river to Jeffersoa City.* 

The length of this line from St. Louis to Jefferson City is 
121.87 miles. The grades up the river valley with a few ex- 
ceptions, correspond with the general fall of the Missouri river, 
and are nearly level. 
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The lengths of the three routes described (from St. Louis to 
Jefferson City) are then as follows : 

The Merrimac and Bourbeuse route 1 19.03 miles 

The Union ridge route 142.98 *» 

The Missouri river route , 121.87 " 



LINE FROM JEFFERSON CITY TO THE STATE LINE. 

This route is distinguished by a full black line on the roap. 

I will now describe the line surveyed from Jefferson city to 
the State line and to Independence, referring to the map and pro- 
files for a proper understanding of its position in the different 
counties, and the general character of its grades. 

From Jefferson landing the line passes up the river under the ^^^-^ 
bluff on which the State House stands ; diverging thence from ^^^ 
the river westerly and following up the valley of Long creek to 
its head* with grades of 40 feet per mile, it reaches the summit 2??. 
of the subordinate ridge dividing the Moreau waters from those 
of the Missouri, on Jonas Scruggs' farm. From thence the sur- 
vey continues westerly along the "divide" to the village of Ca- ^®^*^ 
lifornia; * thence the direction is north-westerly for four miles, 
and thereafter westerly, passing about two miles to the south of 
Round hill, and thereafter to the north of Mr. Hufi's, and thence 
on to where the line begins* to descend into the Lamine valley. 
The first part of the descent is effected on the heads of Otter 
creek ; this creek is then crossed, and the line, passing over a 
minor ridge,* enters, near Thompson's store, the valley of a ^^^ 
small creek leading westerly in the Lamine river. This valley Coope 
is followed to its mouth with a descent of 42 feet per mile. The 
line crosses here the river Lamine"*^ about one mile and a half 
below the junction of Flat creek, and continuing its westerly 
direction, follows up Long Branch, passing to the north of Elk- 
ton, and gaining thus the height of the Georgetown ridge by an ^.^g^ 
ascent of 42 feet per mile. *Thence the survey continues along "450 
the Georgetown "divide," passing about four miles to the south Petti 
of the village of Georgetown,* and following thereafter a south 
westerly direction over easy prairie ground to opposite the high 
point of Tibo, where the survey from Versailles connects.* The ^Q7.( 
Georgetown ridge connects here with the main ridge dividing j^^^^^ 
the waters of the Osage river from the waters draining into the 
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Missouri above the mouth of the Osage. From the last men- 
tioned point the survey follows a westerly course ;* passibg 
through the farm of Mr. Draper^ and thence with easy grades 
and work along the main divide, touching the heads of Clear 
Fork creek, to the high point of Post Oak.* Thence, avoiding 
the heads of Post Oak creek, the "divide** continues to be fol- 
lowed with a general north-westerly course, over favorable 
ground to the Centre Knob.* Thence, continuing a north-west 
p'Ourse, it leaves the main divide and crosses PauPs branch, and 
Cass. thereafter Crawford's fork, and enters then the valley of Perci- 
val creek, following it to its head where it returns to the main 
"divide"* some six miles west from the village of Lone Jack. 
From this point the line follows a westerly course for five miles, 
passing to the south of Grovier's farm, and thence south-west- 
erly along the "divide," keeping to the sputh of Col. Allen's 
farm, and crossing again into Cass county."* Thence it fol- 
lows the general course of the divide which is circuitous here 
to the State line, where the survey of this line terminated in 
section 31, of Town. 46, Range 33. 

From Georgetown to the State line the general character of 
this route over the prairies is favorable, both as regards grades 
and the cost of construction. 
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BRANCH TO INDEPENDENCE AND KANSAS. 

2g|^ This branch is distinguished on the map by a full black line. 

gjg From a point on the prairie* divide, near Grovier's, the sur- 

vey of this branch enters one of the heads of the east fork of 
Little Blue creek^ which it follows to its connection with that 
stream,* descending at the rate of 41 feet per mile. It then 
crosses Little Blue creek and pursues the valley of Fleur Noir 
branch for two miles ; bending thence in a north westerly di- 
rection, and crossing the heads of other branches, it reaches the 
summit of the Independence ridge at Independence,* ascending 
with a grade of 42 feet per mile. Thence the line falls into the 
Valley of Rock creek, which is pursued with a descent of 62 feet 
per mile to the Missouri river valley.* Thence it pursues a 

291 5 "westerly course, crossing the Big Blue creek near its mouth, and 

325 thereafter following along the river bluffs,tothe Kansas landing.* 
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Kansas may be reached in another way, and it is believed 
with less expense in connection with a correction of the survey 
to the State line, which I shall now describe. The time at our 
disposal did not permit us to make a survey of this alteration. 
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MODIFICATION OF THE ROUTE TO THE STATE 

LINE. 

240 
From a point on the prairie line,* about four miles south east 431 

from the Centre Knob, this line would take a westerly course Johns 

to Percival's creek, which it would cross below Percival's mill ; q^^^ 

about a mile beyond this crossing it would enter the valley of 

Big creek and follow it to the mouth of Alexander's fork. The 

line would then be carried up Alexander's fork to the height of 

the prairie, connecting there with the survey already made to g^^ ^ 

the State line.* This line is esti nated to reduce the distance "jSTe 

to the State line six miles, and allowance has accordingly been 

made in the estimates and tables of distance for this correction.* 

The distances to the State line with this correction are as fol- 
lows : 

By the Merrimac line, Jefferson and Georgetown 305.87 miles. 

By the Union ridge line, Jefferson and Georgetown 299.81 

By the Missouri river line, Jefferson and Georgetown 278.71 

By the Merrimac and Versailles line 306.05 

By the Union ridge and Versailles line 300.30 »* 

In connection with the last described route, the branch to 
Kansas would, from the mouth of Alexander's fork above men- ^^^^ 
tioned, continue up the valley of Big creek to the summit of the J^cksc 
main ridge, which it would cross near Col. Allen's farm ; thence 
it would descend by a small branch to the Little Blue creek> 
and crossing that creek there, ascend by another branch to the 
ridge which divides the waters of the Little Blue and the Big 
Blue creeks. Following down this ridge it would descend into 
the valley of the Missouri river, either by the Big Blue creek'or 
the Little Rock creek, continuing thereafter along the foot of 
the river bluffs to Kansas. This line would not approach near- 
er to Independence than from two to four miles. 
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There are grades of 62 feet per mile on the line surveyed to 
Independence and Kanzas, but the maximum grade would pro- 
bably be reduced by the line just described to 46 feet per mile. 
This line, so far as we can judge now, would reduce the distance 
to Kansas one mile, as compared with the line surveyed. The 
distances to Kansas by the several routes, with this correction, 
are as follows : 

By Merrimac river route, JefTerson and Georgetown 317.68 miles. 

Bj Union ridge route, Jefferson and Georgetown 311.62 

By Missouri river route, Jefferson and Georgetown 290.52 

By Merrimac and VersaiUes route 317.86 *' 

By Union ridge and Versailles route 312.11 ** 

It will be perceived that the distance to Kansas by the Mer- 
rimac and Versailles route differs bul 18-100 of a mile from 
the distance to Kanzas by the Merrimac and Jefferson route. 

In the event of Jefferson being made a point in the location, 
there are routes to be examined through the Black water coun- 
try, and from Georgetown by or near Warrensburg which may 
modify importantly the direction of the route to Independence 
and Kansas. 

To understand thoroughly the country between Jefferson City 
and Kansas, or between Jefferson City and the State line, and 
the best available route, various lines of survey remain yet to be 
made. The same remark is applicable to all the routes sur- 
veyed, on all of which important modifications would neces- 
sarily precede a location. 



INLAND ROUTE, 

CROSSING THE OSAGE RIVER ABOUT TWENNY MILES SOUTH FKOM 

CEFFERSON JiTY. 

This route diverges at the Galloway prairie, in Osage county, 
from the line to Jefferson City described as the Merrimac line. 
It is also made a continuation of the Union ridge line by a con- 
nection with that line at the widow Wiseman's. An examina- 
tion of the map will show these connections, and that a part of 
the Merrimac and Bourbeuse line is common to both. 
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The Versailles line is distinguished on the accompanying map 
by a dotted line. - 

From a point* on the Merrimac line and on the Galloway 639 
prairie near Elisha Ryan's, this Osage line pursues a south-west- ^^^f^' 
erly course along the main divide for about three miles.*(a) Frbni ~63o" 
this point t^o lines were examined for the crossing of the val- 
ley of the Gasconade. The first followed a southerly course 
along the '^divide" for about six miles, entered then the valley 
of Long creek, following it to the Gasconade river, continued up 
the bank of the Gasconade for two miles, crossed the river and 
entered the valley of Doyle's creek, which it followed to the top 
of the ridge, (dividing the waters of the Gasconade andMarais) 
near James Stuart's. 

112 

The other line diverges at the point* (a) above noted, from 630 
the main "divide," and pursuing a course north of west, follows 
a minor ridge for some miles and then enters the valley of a 
small branch which is followed, descending at 55 feet per mile, 
to the Gasconade river near Mr. David Hoop's.* The line crosses 
the river here and enters Hoop's hollow, following up a small 
branch with an ascent of 57 feet per mile, to the height of the 
aforesaid ridge, where it connects with the first survey just de- 
scribed near James Stuart's.* This last is the line estimated, ^^ 
but it was not, except on part of its distance, minutely^ 
surveyed. 

From James Stuart's farm the line descends bv Beck's branch, 
with a grade of 53 feet per mile to the valley of the Marais ri- 
ver, crossing that river* near the junction of its east and west 
forks. Thence contmuing a westerly course, it leaves the Ma- 
rais valley, and follows up Tungate hollow, with a grade of 60 
feet per mile to the top of the ridge which separates here the 
waters of the Marais and Osage rivers. From this summit it des- 
cends into the valley of Sugar creek, with a maximum grade of 
53 feet per mile, and follows this valley to its connection with 
the Osage river valley.* The south bank of the Osage river is i_4£ 
now followed for some four miles to opposite the mouth of lit- ^^^ 
tie Tavern creek. The line crosses* the river here and follows A^?, 

152 

the valley of Little Tavern creek with a grade of 62 feet per q^|^ 
mile to its head ; it then crosses some of the heads of Saline 
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and Bois Brulee creeks and attains the summit of the main 
ridge of this part of the country near Madison Belsche's 
farm.* 

The ground passed over by this line thus far, comprising the 
valleys of the Gasconade, Marias and Osage rivers, with two 
intervening ridges is very broken and the graduation of any 
line here must be expensive. 

From the last^meutioned point the line pursues a course south 
of west over the height of the prairie "divide," passing to the 
south of Mount Pleasant, and by the farms of Murshall, Harrison, 
Hume and others, to the highest ground on this part of the prai- 
rie.* Thence the course of the line is northerly to Mr. Madole^s 
farm ; thence it pursues an irregular course to Versailles. ( JU ) 
From Versailles the general course is a few degrees south of 
west to a high point on the prairie near Joseph Dolton's farm.* ' 
This is the highest ground passed over by any of the lines sur- 
veyed. Thence the line continues near the divide over an ersy 
prairie country, to Charles Ard's farm, whence it follows a north- 
west course to the crossing of the Jefferson City road* at Va- 
lentine G. Kemper's farm ; thence the line follows an irregular 
course westerly for about 11 miles.* Thence the general course is 
north-west to near the county line ( 1^ ); thence the course leans 
to the west till it connects in the south-east corner of Johnson 
county, near the high point of Tibo,with the Jefferson City 
line* already described as surveyed up the Georgetown ridge. 
•From Versailles to this point the cost of graduation will be 
very moderate. 

This inland line from the Galloway prairie by Versailles to 
the high point of Tibo, forms, in connection with the lines east- 
ward from the Galloway prairie, and the lines westward from the 
Tibo point, a continuous inland route between St. Louis and the 
State line in Cass county, and between St. Louis and Kansas. 
The distances to the Tibo point of junction are as follows : 

By the Merrimac route and Versailles 234.84 miles. 

By the Union ridge and Versailles 229.08 ** 

By the Merrimac line, Jefferson and Georgetown 234.65 ** 

By the Union ridge line, Jefferson and Georgetown 228.59 ** 

By the Missouri river line, Jefferson and Georgetown 207.49 *' 
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1 will now submit approximate estimates of these several 
lines in divisions.f 

It will be observed that the amount allowed for hmd and 
fencing is very small, on the supposition that, except 
when houses and city lots are encountered, the land damages 
will generally be relinquished. I have allowed a considerable 
sum for damages to property and the acquisition of land for 
depots in St. Louis, but whether this sum wi 1 exceed or fall 
short of the amount required cannot be understood until sur- 
veys of location into St. Louis are made. The amount allow- 
ed for freight and passenger accommodations at St. Louis will 
be sufficient for the present, but it will not be sufficient for the 
extensive freight accommodations which will probably \)e re- 
quired on the river some years after the road is opened through- 
out and the business of the country through which it passes, 
fairly developed. 

Some difficulty will be experienced in obtaining a sufficient 
supply of water on the ridge routes, and considerable expense 
must be incurred there in sinking wells and making other ar- 
rangements for that purpose. 

There is an item of expense in the Missouri river route, 
which we have to some extent allowed for in the estimates of 
graduation, but which a preliminary survey does not admit of 
our understanding or estimating closely, viz : The stone pro- 
tection which the embankment slopes will require, at different 
points, to defend them from the action of the river currents in 
freshets. 

In the abstract exhibit of the estimates an allowance of 
$376,000 is made for the running stock of the road, su^cient 
for the commencement of operations with one passenger train 
daily either way, and one freight train daily either way. What- 
ever route may be adopted the line would probably be divided 
into three running divisions, of about 100 miles each. It 
w^ouldbe out of place, in an allowance of this kind, which con- 
templates only the fair commencement of operations, and must 



fXhe detailed estimates F. are not printed. An abstract of them is given farther on. 
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be exceeded as the business of the road increases, to graduate 
the amount allowed nicely to the characteristics of the various 
routes. The same allowance has therefore been added to 
each. 

The allowance embraces the following items : 

9 twenty ton passenger engines. 

9 twenty-six ton freight engines. 

5 engines for gravel trains, distribution of wood, &;c. 

23 engines at an average of $8 400 $193,200 

9 first class passengers cars at $2,200 19,800 

5 baggage and mail cars at $800 4,000 

280 plattform, cattle and house cars, at an averrage of $500. . . 140,000 

80 gravel cars at $150 12,000 

30 hand cars at $100 3,000 



$372,000 



The estimate of $7,400 per mile for the superstructure is 
composed as follows: 

21,000 square feet B. M., oak sills 9x2 at $12 per M., delivered $252 00 

2,100 sleepers, at 25 cents, delivered 525 00 

10,800 lbs. cast iron chairs at 34 cents $378 00 

5,600 lbs. spikes at4i cents 252 00 

102.5 tons rails (65 lbs. per yard) delivered at St. Louis at $45 4,612 50 

Laying and filling track and cleaning ditches 600 00 

Transportation and distribution of material 300 00 



5,919 50 

Add one seventeenth part for track of turnouts $407 00 

Add for switch apparatus of turnouts 56 00 

Total for one mile (say $7,400) $7,382 00 

The accompanying table, marked G, combines the results of 
the division estimates and shows the cost in a way to admit of 
comparison, of the several lines from St. Louis to Jefferson 
City, from St. Louis to the State line, and from St. Louis to 
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The tables marked H^ and HS show the character of the 
grades on the different lines. 

The table, marked K, shows the character of, and amount of, 
curvature on the different lines. The amount of high curva- 
ture on any of the lines given, would probably be reduced by 
a location. 

The following table of the loads of locomotives on different 
grades will serve to explain the mechanical value of these 
grades. 



L. 



Table of comparison of the average load, which can be drawn 
by a twenty-four ton locomotive, at a low rate of speed, on 
the inclinations specified. 
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It remains to compare the characteristics of the routes, and 
this can only be done intelligently from two points of view; 
one referring to their engineering or mechanical advantages, 
the other referring to their advantages in regard to traffic and 
travel, and in regard to the development of the mineral and agri- 
cultural resources of districts of country, possessing at present, 
practically, no opening to a market. 

I am aware that the first comparison is the only one which 
appertains strictly to the duties of the engineer, but I prefer to 
give some consideration to the second also, because in the case 
of your road particularly, they cannot be separated without pre- 
judice. 

I will first compare the engineering characteristics of the three 
routes from St. Louis to Jefferson City ; but will not attempt 
now to estimate the effect on the cost of transportation, of the 
dfferences presented by this or the other tabular comparisons ; 
because, the competition of the Missouri river in the one case and 
not in the others, makes the problem dependent on assumptions in 
regard to the measure of that competition, which must render 
any solution now but an indifferent approximation to the 
truth. 

la this and the other summaries of comparison, the total 
lengths given are the corrected lengths after deducting for the 
change of line already explained. The amount of these deduc- 
tions is distributed over the details of lengths of grades. 
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support from a certain belt of country on either side of it. In 
the case of the Missouri river route, it is plain that this belt 
of country is for the north side of the railroad very much re- 
duced by the inconvenient access to all of it north of the 
river, produced by the intervention of the stream, and further 
by the additional handling of freight and the expense attend- 
ing it which the ferriage will frequently create. 

These considerations must largely reduce the amount of 
freight, and to a less extent the amount of pnssengers, 
Avhich, on its north side will be accommodated by, and 
>vill contribute to sustain the railroad in the Missouri valley, 
and this reduced amount is open to river competition and 
must be shared with the steamboats. There are considera- 
tions which will render this competition a safe one here- 
after, when the country becomes more densely settled by an 
active population, whose time shall be sufEciently occupied 
to render economy of it synonymous with both comfort 
and wealth. The Hudson river railroad competes encourag- 
ingly now, when but partly in operation, with the Hudson 
river, and is doing a large business. The New York and New 
Haven railroad competes successfully with the East River or 
Long Island sound, which stands to it in the same relation as 
a navigable river. The railroads along the Lake shores, now 
making, will not suffer very materially by the competition of 
the lakes. The rapidity of the transit on the railroad, and 
above all, the perfect regularity of its operations, renders its 
accommodation immeasurably superior to that of steamboats. 
The competition of the Missouri river would be much less irk- 
some than that of the Hudson. The navigation of the Hudson 
is remarkably safe and easy ; that of the Missouri is at all 
times tedious, and for one- third of the season intricate and 
dangerous. The average time made by its steamboats up 
stream, incuding all stops, does not exceed five miles an hour, 
and as the boats in running down stream, lay by at night, ex- 
cept in very high stages of the river, the average time down 
stream, including all detentions, does not practically exceed 
seven miles an hour. The irregularity of all the steamboat 
movements on this river, the uncertainty of the length of any 
trip made on it, and the risk attending all freighting operations 
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there, will make competition with it much more, easy than 
with such a river as the Hudson. Nevertheless its competi- 
tion will seriously interfere for a time with the profits of any 
railroad built on its banks. There will be enough of business 
left, which the railroad cannot conveniently accommodate, on 
the north side of the stream and on its upper reaches, to sus- 
tain a certain number of boats, and the prices of freighting 
may thereby be reduced occasionally so low as to leave but 
little profit to either party. This contingency will be mainly 
confined to the low classes of freights in the river valley, and 
w^ill not affect the earnings of those parts of the railroad away 
from the river. The freight from the north side of the rail- 
road will consist entirely of agricultural produce. 

On the south side of the Missouri river route, the belt of 
country tributary to the railroad will be more extensive. The 
land on these slopes is not as productive per acre as that in 
the river bottoms, but it yields good returns wherever cultiva- 
ted, it is beyond the contingencies of freshets, and it is being 
rapidly occupied and improved by an industrious German po- 
pulation. The easy access to market, which a railroad will 
afford, will bring these lands rapidly into play, and make them 
from their proximity to St. Louis very valuable. The river 
will to a certain extent compete with the business of this side 
also, but for all market produce, merchandise and passengers, 
the promptness of the railroad will ensure to it the greater 
amount of the business. The freight on this side also will bo 
chiefly agricultural. The route would be too distant from the 
iron and lead mines to reduce the cost of transit of their pro- 
duce to St. Louis, though it would afford them at all times ac- 
cess to St. Louis. Until the cost of transportation of iron and 
lead to St. Louis can be importantly reduced, the extension of 
mining operations at present prices cannot be looked for. 
The Misisouri river route does not admit of this reduction ex- 
cept by the construction of a branch from it to the mineral re- 
gions, which I shall advert to hereafter. 

The Merrimac river route has been shown to be longer, 
more costly, and less valuable mechanically than the Missouri 
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river route. It offers, however, advantages in other respects 
which neutralize to a large extent its mechanical disadvan- 
tages. 

TheMerrimac route touches theMissoari river at the mouth 
of the Osage, and thence follows the Missouri valley to Jeffer- 
son City. Between St. Louis and the Osage river, a distance 
of 140 miles, it is inland, and independent of the competition 
of the Missouri river. The country tributary to it would be 
much wider than that which could be made tributary tp the 
Missouri river route, and its freight charges would yield a fairer 
return, and produce a safer and more regular income. The 
land, wherever improved, shows a capability of producing good 
crops, and its convenient position to St. Louis would render 
it valuable, and would cause it to be rapidly occupied, were 
a railroad present to carry off its surplus produce. 

This route would pass through a portion of the Merrimac 
valley which abounds in ores of iron, and it would pass suf- 
ficiently near to the lead mines on the Bourbeuse ridge, and 
to many of those in Washington county, to render their work- 
ing very profitable. There are two iron furnaces how on the 
Merrimac, near the mouth of the Bourbeuse river, one in ope- 
ration belonging to Messrs. Evans, NichoUs & Co., and the 
other ready to go into operation belonging to Mr. J. Small. 
The cost of transportation of the pig metal from the first men- 
tioned furnace to St. Louis, when the roads are in good order, 
is as follows : 

From the furnace to South Point Landing, on the MLiBouri river, 

$1 50 per 1,000 pounds, or per ton gross 93 38 

Storage at South Point - 1--. 25 

Transportation from South Point to St. Louis by steamboat, at 
10 cents per 100 pounds - 2 24 



Cost from Moselle Works to St. Louis $5 87 

But when the roads are in bad order the co st is occasionally 
increased to $8 per ton. 
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The effect is, that when the roads are in a bad condition, 
the iron is allowed to accumulate at the works, and can only 
reach St. Louis at certain seasons of the year, at the price of 
transportation mentioned above. When the navigation is 
closed, the iron cannot be got to market except by teaming 
the entire distance to St. Louis, at great expense. Occasion- 
ally, advantage has been taken of rises in the Merrimac river, 
to float down iron in flat boats, but so far as I can learn, this 
has not been practiced to much advantage. 

The line of railroad passes within a convenient distance of 
the Moselle works and of the Stella iron works, and for 
some twenty miles of the Merrimac valley it passes through 
lands abounding, as I am informed, in iron ore. 

The cost of transportation, as given above, leaves so small a 
profit over, as to discourage the construction of any more 
furnaces unless the price of iron should rise considerably. 
The cost of transportation by railroad, at fair rates, for this 
description of freight, would be $1 50 per ton. 

If the average cost of transportation now is taken at $6 
per ton, and 75 cents allowed for carriage from the works to 
the railroad, the presence of a railroad would save these com- 
panies $3 75 on each ton of iron made. The saving in the 
transportation of lead would exceed this amount, because a 
larger portion of the lead is teamed direcly to St. Louis, at a 
greater average cost per ton. 

The saving of $3 75 per ton in the carriage of the metals, 
and the further advantage of being abld to forward them. to 
market, at all times of the season, with equal facilty, would 
form inducements, it is believed, sufficient to lead to the erec- 
tion of many new furnaces, both of lead and iron, and to 
bring into use much of the deposits of iron, hitherto unopened, 
which now form so much dead capital there. 

The pig iron used at the diflerent iron works in 
the city of St. Louis, during the past season; and obtained 
principally from the Ohio furnaces, amounted to 9,210 tons. 
The addition, during the coming season, of the consumption of 
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Mr. Harrison's new rolling mills, is estmated at 6000 tons, 
and the increased consumption from an increasing business, 
anticipated by the various furnaces on my list, gives an esti- 
mate for the next year's consumption of 15,000 tons. At 
2000 tons of yield a year, for one furnace, this would create 
a market for eight furnaces. 

All the bar iron sold now in St. Louis is obtained from other 
States and from abroad. The amount of iron which will find 
sale, bye and bye, in St. Louis, for the supply of the surround- 
ing country, will prove of itself a very considerable market. 
The distance of St. Louis from the seaboard acts as a tariff of 
protection in its favor against foreign iron, to the extent of 
the cost of transportation from the coast. The iron furnaces 
in Ohio were mainly brought into existence by the facilities of 
canal transportation, created for their benefit and for the 
development of the other resources of that State. The same 
causes, viz : an easily accessible market and a fair profit, in 
great part due to that accessibility, will produce similar results 
for similar facilities, in the Merrimac valley. The lead mines, 
which are now worked in many places but superficially, will, 
under greater encouragements, be worked more carefully, and 
produce more abundantly. The establishments which grow 
up around iron furnaces and manufactories, employ a great 
number of persons, and afibrd a home market for all the farm 
produce of their neighborhood. They create a great deal of 
passenger travel for a railroad, and besides the tonnage which 
they send off, they receive considerable in merchandise for their 
own consumption. We can hardly overate the importance to 
St. Louis and to the State, of affording the mineral region of 
the Merrimac such railroad facilities, as will place its exten- 
sive deposits of iron ores in a position to be available to 
capitalists. 

The survey made by Major Morell, in 1840, for a railroad 
to the Iron Mountain, passed through a country very rich in 
lead ores, and where numerous furnaces are now at work on 
a small scale ; the expense and difficulty of transportation, 
here, as in the Merrimac valley, cramping their operations. 
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The length of road to be made from St. Loais to accommo* 
date the above district of country, would be reduced upward 
of thiity miles by the construction of the Merrimac route. 
Such a road would connect with the Merrimac line opposite 
the mouth of Big river, and its entire tonnage would pass 
over your road for a distance of at least thirty miles. 

A railroad from Springfield and the south-western counties 
would, if it pursued the most direct course to St. Louis, con« 
nect probably with this route on the Merrimac ridge. Such a 
road would pass near the Merrimac iron works, belonging to 
Wm. James & Co., and would accommodate the metallic 
deposits of lead, iron and copper on the Bourbeuse ridg% and 
in the upper valley of the Merrimac. 

At the Gasconade river, the Merrimac route would intercept 
a large part of the pine lumber which is now floated down the 
Gasconade and Missouri rivers to St. Louis. It would take 
all that was required for the upper country, and it would take 
much of what was intended for St. Louis, because the rafting 
of it on the Missouri river is attended with considerable loss. 
The Missouri river route would also take a portion of it at 
the mouth of the Gasconade ; but a greater portion of the 
lumber intended for St. Louis, having got so far^ would con- 
tinue down the Missouri, than when intercepted higher up the 
Gasconade. 

It seems plain that although the Merrimac river route does 
not present the shortest and best route for a railroad from St. 
Louis to JeflTerson City, the interests which it assists and 
developes are so important, and promise such results, as to 
make it questionable whether, compared with the Missouri 
river route, it would not afford the safest return as an in* 
vestment in the event of Jefferson City continuing to be a 
point on the road. 

Two modes present themselves of combining, to a certain ex- 
tent, the commercial advantages of the Merrimac river route 
and the mechanical advantages of the Missouri river route. 

At Gray's gap, situated at the foot of Tucker's hill, on the 
Union ridge, there occurs a depression in the dividin&r ridge 
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which can be taken advantage of either to carry a branch 
from the Missouri rrver route into the valley of the Merrimac, 
or to connect the Merrimac river route with the Missouri river 
roQte. The ridge, at this depression, is 226 feet above high 
water at St. Louis. 

Looking upon a connection with the mineral region of the 
Merrimac as an essential part of your project, such a branch 
to the Merrimac valley forms a necessary appendage to the 
Missouri river route, and becomes an addition to its cost. 

The following would be the cost of the Missouri river route, 
with this addition, estimating the branch at such an average 
as oar knowledge of the country enables us to apply : 

MiU; DoUan. 

'ist. Estimate to Jefferson City, as already giyeo.. 121.87 2,989,757 JO 
2d. Brai)c}^from a point. 42 m'les fn>m St. Louis, 

th^M into the Merrimace valley , an i thence 

uplbat valley tu the crossiog of the Bourbeuse 

riTer; 14 milps- es^timated at ^9,(^0 per 

mile, wh'ch is an average of the road within 

the Menimiy Valley 14 266,000 00 

i Total of Missouri river route, with branch, i:,5.87 3,255,757 00 



By the second modci the main route is supposed to enter 
the Merrimac valley from St. Louis, as already described, 
ahd to pursue that valley to a point 40 ^4 miles fron» St. 
Louis; thence it enters the valley of Brush creek, atid 'Con- 
tinuing up it some four miles, diverges thence nbrtfuifjy into 
Gray's gap, and crossing the dividing ridg^^«ilr tljis jgpip, con- 
nects with the Missouri river route at a- point- 4^ M^es distant 
from St. Louis ; thence this route would pursife fbe Missouri 
river valley lo Jefferson City. * ' ", '' 

At the point where the poi^necting line leaves the Merrimac 
valley, a branch is supposed to be continued up that valley to 
the crossing of thq^ourbeuse river. This branch would form 
the commencement, as already mentioned, of a line continu- 

■ 
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iDg up the Bourbeuse ridge, accommodating the mineral 
deposits there and ap the Merrimac, and the lumber trade of 
the pine region, and capable of extension gradually, with 
advantage, to the south-western counties. 

By this last combination of routes, the broken country 
between the mouth of the Bourbeuse river and the mouth of 
Osage river, which is the occasion, principally, of the 
increased expense of the Merrimac route, and of much of its 
increased distance, would be avoided. This route, with its 
branch, would accommodate the interests of the Merrimac 
valley, as far as the Bourbeuse river crossing, equally with the 
*' Merrimac river route," and it would, like that route, reduce 
the distance and cost of a line to the iron mountain, by thirty 
miles. It would, however, have the disadvantage of com- 
ing into immediate competition wih the Missouri river, 
between South Point and Jefferson City. 

The cost and distance of the route is estimated as follows : 

■ 

MUet. DoUan. 

Ist. 40.71 miles of the Merrimar: valley route.... 40.71 1, 91,369 00 
2d. Li'ie diverging from the Merrimac route at 

40 3-4 miles from St. Louis, passing through 

Gray's gap, and connecting w th the M s- 

pouri river line at a point distant 42 miles 

from St. Louid on that line, 10 miles, at an 

averaga of $19,000 10. 190,000 

3d. The Missouri river line from this last point 

to Jefferson City 79.87 1,863,934 00 



130.58 3,145,3 3 00 
4t!i Branch diverging from the connecting link 

(2) at a point about 44 1-2 miles from St. 

Loiis, and continuing up the Meriimac 

river, to the crossing of the BourbHuse river, 

9 1-2 miles at $19,000 9.50 18 ',500 00 



Total of main line and its branches 140.08 3,325,803 00 



By this mode of reaching Jefferson City, (including the 
branches, without which either route is imperfect,) the differ- 
ence would be, in favor of the Missouri river route and its 
branch, 70,046 dollars of cost, and 4.21 miles dl length of road 
to be constructed. 
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I will repeat here the totals to Kansas, to show the effect 
in the cost and distHUce of the branch from the Missouri 
iver route, and of the combination of routes by Gray's gap : 
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It will be observed that the cost of the inland route to Kan- 
sas exceeds that of the Missouri river route and its branches 
by 138,923 dollars only, although the length of road to be 
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made on the one exceeds, by 13i miles, the length tu be made 
on the other. 

I will now advert to the business of the road, on its entire 
distance from St. Louis to the State line, and will com- 
pare shortly the opportunities in this respect, of the Merri- 
mac river and Versailles route with those of the Missouri river 
route by Jefferson City and Georgetown. 

The lower part of the Versailles route will accommodate 
and develop the same interests as the Merrimac river route. 
At the crossing of the Gasconade it will intercept the lumber 
business of the yellow pine country to better advantage than 
either of the Jefferson City routes which cross that river lower 
down. At this point, or in this neighborhood, it will receive 
the iron tonnage of the Merrimac iron works, until a com- 
mencement has been made of a railroad towards Springfield, 
which will better accommodate the upper sections of the 
Merrimac. That railroad would form a feeder to this as to 
the other routes. At the crossing of the Osage river, the freight 
floated down that stream would be received There would also 
be received there a certain tonnage of coal, from the coal mine 
now working there. From the crossing of the Osage to the 
State line, the route passes over a stretch of rich prairie coun- 
try, whose extent and fertility cannot be sufficiently appre- 
ciated. The width of rich land in this region, for a length of 
130 miles of road, which would become tributary to therail- 
road| would only be bounded by the distance on either side 
from which produce could profitably be transported on the 
common roads. The application of plank roads towards the 
South, the timber for which could be conveniently obtained 
by the railroad, would increase this distance. The whole of 
the upper portion of the Stale, through which the railroad 
passes, is so far distant from the river as to render the 
transportation of any surplus produce there unprofitable, 
unless when prices are very high. • As a consequence, but a 
small fraction of these lands is improved, and the raising of 
stock forms the chief resource of the farmer. 

The railroad will place these lands three-fourths nearer to 
St. Louis, at all seasons of the year, as respects time, than 
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were they located at corresponding distances from St. Loqis 
on the river ; and it Will enable the producer to sell all the 
surplus produce he can raise at a profit. It will, therefore, 
render these very fertile and wealthy lands more valuable to 
the settler, because accommodated, in all respects, better than 
the corresponding river lands. 

In proof of this assertion, I ask attention to the followiag 
table, where the cost of railroad transportation is applied to 
the average prices of certain articles of produce in St. Louis, 
in November and December, 1849. The difference shows the 
price, which would remain to the farmer at different distances 
from St. Louis, to which he must add the consideration of 
every day access to that market. But the rapid increase in 
the population of the villages, which will follow the settle- 
ment of these lands, will create a home demand for a consi- 
derable amount of produce, and the existence of the railroaif 
will admit of its easy transference from point to point. Ay 
Table marked M. 

There are evidences of the existence of coal in this upj^ 
country on either side of our line, and it is excavated in smidi 
quantities at several points for smithy use. Whether there 
exist beds of it of sufficient thickness to render the working 
profitable, cannot be understood from the present openingH« 
but the occurrence of a good working seam on the Osage river, 
warrants the expectation that valuable seams may yet be 
found west from it, within the range of this coal basin. 

I add a tabular statement of the usual charges for passen<^ 
gers, and of the times occupied by passenger trains, for cer* 
tain distances. 
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Statement of usual Passenger Charges, and the Running Tom 
of Passenger Trains, 
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The bussiness of the Missouri river route by Jefferson and 
Georgetown will be conveaiently looked at in two divisions : 
from St. Louis to JelTerson City, and from Jefferson City to 
the State line. Between St, Louis and Jefferson City, the ge- 
neral business character of the route has been already consi- 
dered, and the modifications of which it is susceptible. Above 
Jefferson City the general course of the Missouri river is about 
north-west for a distance of over 100 miles, white the direc- 
tion of the railroad survey is about west. The position of this 
reach of the river, which can be best understood by reference 
to the map, will suggest its connection with the railroad here 
by a line of steamboats, running between Jefferson City and 
Brunswick, to meet the lines of the railroad trains. Such an 
arrangement would add greatly to the accommodation of this 
part of the river, and would be profitable alike to the steam- 
boats und the railroad. The passengers would leave these 
boats at Jefferson and reach St. Louis thence in six hours. 

Between Jefferson and the State Line, whatever route may 
be pursued the lands partake of the same character a those 
on the Versailles route, and are abundantly fertile. Ab the 
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country becomes settled, their tonnage must grow to be very 
important. There is but little danger of any of that tonnage 
being transferred to the boats at Jefferson City, because the 
expense of rehandling it there would be objectionable. 

Asa matter of interest, in connection vith river competition, 
I append a table of steamboat charges for certain articles of 
freight, between Boonville and St. Louis, with the railroad 
charge for a corresponding distance. It would have been in- 
teresting to have included other places in this table, but the 
returns, received in regard to other points, were not suf- 
ficiently complete to admit of this. The cost of insurance on 
the river, and the uncertainty attending its navigation, are con- 
siderations in favor of the railroad which cannot well be re- 
presented in the price per ton. See Table A'2. 

The branch to Independence and Kansas forms so important 
an appendage to either of the routes to the State Line, that for 
the present, it may be considered as the main trunk of the road. 
By touching the Missouri river at Kansas, we add vastly to the 
accommodation of the entire vallev of the Missouri river above 
Kansas. For all passengers from the upper Missouri pro- 
ceeding to St. Louis, we reduce the time occupied on the 
journey, by two days, when the river is in a good stage of 
water. The time occupied in the transportation of freight 
js shortened in the same manner, and the more valuable 
freight from and for the Upper Missouri, would be car- 
ried by the railroad. The increased accommodation would 
have its effect on the population, ard until the river should 
be touched at St. Joseph by the Hannibal and St. Joseph 
railroad, and until that railroad formed a connection with 
St. Louis, the travel for the lower Mississippi and much of 
the freight would, for its own advantage, take the railroad at 
Kansas for St. Louis The travel and freight from St. Louis 
for the upper Missouri would, pro^ably, under all circum- 
stances, proceed more conveniently by your road than by any 
other. To touch the river at Kansas, therefore, is to con- 
nect with and tap a stream of business, already in existence, 
and whose present rapid development will receive a fresh 
impulse from the railroad. To run to Independence and Kan- 
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sas, is also to come into safe competitioa with the river for 
the travel which seeks these points on its way to Santa Fe, 
the Salt Lake, th»» upper Fort?, California and Oregon, and 
for much of the tonnage which i« created by that travel. 

The following table has been prepared to give an idea of 
the aggregate increase in the value of the lands in the neigh- 
borhood of the railroad, after it is in operation. The allow- 
ance for increase of value per acre, will probably at most 
places be much exceeded : the aggregate increase as estimat- 
ed on this table, exceeds $14,000,000. See table P. 

I submit an estimate of the business of the road after it is 
open throughout and fairly in operation, which some attention 
to the sources of business, now so imperfectly developed, has 
induced me to prepare. It refers to the inland route. Should 
the road be made by the Missouri river and Jefferson City, the 
steamboat connection suggested there between Brunswick and 
Jefferson City may compensate, in a degree, for the effects of 
river competition below Jefferson. 

STATEMENT, 

Illustrative of the probable amount of Annual Business on the 
Inland Route of the Railroad, the Second Year after the 
Road is finished throughout: 

\sL — Freight, 

TVmt. Price. Amount. 

3O,0U0 tons freight of agricultural produce and stock 
from the various country * way stations * 
to St. Louis, and of mcrchandiso from St. 
Louis to tlie same stations; average distance 

150 miles; average price 3.75 112,500 00 

Allowing, that, of the land ti'ibutary to 
the road, nn amount equal to 10 miles in 
width on either side, will be occupied 
shortly after the road is open, and that 
one-third of this occupied land will be 
improved, the amount of 30,000 tons will 

be eqnal to five tons of produce for each 
square mile of this one-third. 



Amount carried forward, $112,500 00 
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• 

Amount brought forward, $112,500 00 

10,000 tons coal delivered at St. Louis, from col- 
lieries in St. Louis county at 25 2,500 00 

This estimate looks to those pits only which 
the line will puss near enough to accom- 
modate. The returns given me of coal 
sold at the pits during 1849, amount to 
118,006 tons, and the cost of transporta- 
tion varies according to the distance of the 
pit from St. Louis, as follows : 50 cents, 

92 cents, $1 00, $1 12, and $2 00 per ton, 
20,000 toni iron from ten iron furnaces on the Mer- 

rimac, distant, on an average, 70 miles from 

St. Louis, at 1.50 30,000 00 

There are now three furnaces on the Mer- 

rimac — two in operation, and one ready 

to commence. The saving, in transpor- 
tation, to the nearest furnace, will be $3 75 

per ton. The ore is in large quantities 

distributed over a distance of upwards of 

(ifcy miles, and I have supposed ten furna- 
ces to be in operation within the next six 

years, producing at the rate of 2000 tons 

each annually, which is said to be the av- 
erage of the Ohio furnaces. 
4000 tons lead and copper, from 24 lead and two 

copper furnaces on the Merrimac and in 

Washington county ; average distance hauled 

on the railroad 70 miles, at 1.50 6,000 00 

These furnaces are estimated to yield now 

2,200 tons. 
3000 tons of merchandise from St. Louis to the 

above iron add lead furnaces, at an aver- 
age of. 2 10 6,300 CO 

3000 tons frt- ignt from Springfield and the S. W. 

counties to St. Louis and v. v., connecting 

at a point about 80 miles from St. Louis, at 

an average of. 2.20 6,600 00 

8000 pine lumber received at the Gasconade river 

for St. Louis and for the country west of the 

Gasconade, at say 2.50 20,000 00 

The number of saw mills in operation on 

Piney river are variously stated at from 

15 to 22, two of which are steam mills. 



Amount carried forward^ $71,400 00 
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Amovot brought forward, 371,400 00 

The price paid for rafting to St. Lonia 

ia 50 ceoU per 1000 sq. ft. or $5 00 per 

thousand. Aaauming 18 mills to be at work 250 

days of the year, at 2000 square feet per day, 

the amount will be 9,000,000 square feet, equal 

to about 10,000 tons. The additional fa- 
cilities afforded by the railroad will increase 

the demand. 
2000 tons freight, in part received from the Osage 

river, and in part coal received there for dis- 
tribution west, hauled from 140 to 50 miles, 

aay 100 at average of. 3.00 6,000 00 

10,000 tons of produce and merchandise to and from 

Independence and St. Louis, as per returns of 

present trade at average of. 8.00 80,000 00 

5000 tons, do., to and from Kansas and St. Louis, 

and Westport and St. Louis, at average of. . 8.00 40,000 00 
8000 tons freight received from upper Missouri 

(from Kansas upwards) for St. Louis, at an 

average of. 8.00 64,000 00 

7,000 tons freight of merchandise, salt, wagons, dec. 

from St. Louis to Kansas, for upper Missouri, 

Santa Fe, Salt Lake, and California route at 

an average of. 8.50 59,500 00 

4,000 tons governmentfreight to and from St. Louis 

and Kansas at an average of 8.00 32,000 00 

4,000 tons local freight, passing between the various 

country stations, independent of that for- 
warded to St. Louis or Kansas — average 

distance hauled, say 40 miles 1.20 4,800 00 

118,000 470,200 00 

2d. Passengers. 

10,000 passengers yearly, moving on the first 5 miles 

from St. Louis at an average of 10 1,000 00 

4,000 passengers, to and from Manchester, being 

about six per day, either way 60 2,400 00 

18,000 passengers to and from the iron and lead 

establishments on the Merrimac and in 

Washington county, being about 30 per day 

either way, for ten iron establishments and 

twenty lead furnaces, distance 70 miles. . . • 2.00 36,000 00 



32.000 509,600 00 
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32,000 Amount brought forward, $509,600 00 

3,800 passengers to and from Springfield road con- 
nection, being about 6 per day from Spring- 
field and the south-west counties to St. Louis 
and V. V. ; average distance 70 mile 2.00 7,600 00 

38,000 passengers from the different country stations 
to and from St. Louis, being an arerage of 2 
per day each way from 30 principal stations ; 
average distance 150 miles at .-. 3.75 142,500 00 

40,000 local or way passengers, traveling from coun- 
try station to country station, being about 3 per 
day to each station, traveling an average dis- 
tance of 50 miles 1.50 60,000 00 

4,400 passengers from the villages of Independence, 
Kansas and Westport to St. Louis and v. v., 
being about seven passengers per day each 

way, for the three places at 6.75 29,700 00 

3,800 passengers received at Kansas by steamboats 
from the upper Missouri for St. Louis and de- 
livered at Kansas from St. Louis for the up- 
per Missouri, being at the rate of about six 

passengers per day either way at 6.75 25,650 00 

4,000 way passe«gers received at Kansas from the 
upper Missouri for points on the railroad bet- 
ween St. Louis and Kansas, and v. v., being at 
the rate of about six passengers per day, ^ther 
way traveling an average of 75 miles, at. . . . 2.00 8,000 00 
2,000 Passengers connected with the army, to and 

from St. Louis at an average of. 6.00 12,000 00 

15,900 Passengers £Dr Santa Fe, S alt Lake, California 

and Oregon, and v. v., at • . . 6.75 101,250 00 

143,000 



300 miles of daily mail service at the average 

rate paid now for both ways 56.00 16,800 00 

Receipts for '^express service" 15,000 00 

928,100 00 
Expenses 50 percent 464,050 00 



Earnings $464,050 00 

The amount of short tonnage, and the number of passengers 
traveling short distances, will, as the country is ocoupied, as- 
; ume much larger proportions than here stated. 
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It will be interest'mg to compare this estimate with the pre* 
sent business of the Missouri river, and I have taken some 
pains with but imperfect success to ascertain this, as some in- 
dex to the proportions which the freight and passenger business 
would assume under the increased facilities of transportation for 
every day of the year which the railroad will furnish. 

The amount of tonnage from the Missouri river, received 
at St. Louis by steamboats, between Ist November, 1849 
and Ist November, 1850, as collected by me from the 
published manifests of these boats was 37,174 tons 

Add for articles not manifested and for receipts by flat . 

boats 1-30 1,239 »* 



38,413 tons. 

The captains of boats and certain merchants, who have been 
consulted, estimate the gross freight down stream as worth an 
average of from 26 to 30 cents per 100 lbs., and the freight up 
stream as worth an average of 40 cents per 100 lbs., and they 
agree generally that, although the tonnage up stream is much 
less than down stream, the amount of money collected is about 
the same. The average freight charges on the several aj^ticles 
of the manifests, as furnished us at St. Louis for each month of 
the year, give, when applied to the receipts, an average, exceed- 
ing 30 cents per 100 lbs. for the down freight, while the aver- 
age rate of charges, as they are stated by merchants, residing 
up the river, gives an average less than 30 cents, viz., 26} 
cents. The average of 30 cents will be between the two 
statements. This price for the above tonnage, gives 

38,413 tons at $6 per ton gives .$-330,478 

If 40 cents per 100 lbs. is taken as the average for up 
freight, its value in tons will be 27,500, being a little 
more than one-third of the up freight tonnage. 

27,500 tons at 40 cents per 100 lbs. = $8 per ton, say 220,000 



65,913 $450,478 



This amount of 66,913 tons is then the tonnage on the Mis- 
souri river, so far as I can ascertain it from the records, and it 
is a tonnage due to seven months of tolerable navigation, 



62 Report of the Chief Engineer. 

and three months of very indifferent navigation. During the 
remaining two months of winter, the river may be considered 
as closed. 

There V were 374 trips of steamboats made during the last 
season, including 46 short trips of the Fayaway to St. 
Charles. This, for the tonnage which we have gathered from 
the manifests, (viz: 65,913 tons,) gives 176 tons per trip. 
Following the proportions given above, it gives 103 tons as the 
average for the passage down stream, and 73 tons up stream, 
amounts which have the appearance of being below the 
reality. 

The amount allowed for railroad tonnage includes three 
important items not applicable to the river tonnage of the 
Missouri, viz : that resulting from the item for transit of pine 
lumber from the Gasconade river ; from the item for the ton- 
nage of the iron and lead establishments anticipated to he 
erected by the reduction of the cost of transportation ; and 
from the item for the carriage of coal from the collieries in the 
vicinity of St. Louis. These three items embrace 46,000 tons, 
leaving 75,000 tons derived from sources similar to the, ton- 
nage of the river. 

It is difficult to ascertain, with any precision, the number 
of passengers on the Missouri river for th^ past season of 
1850. The number of trips made by steamboats on the 
river, during the season of 1860, is 374, including 46 short 
trips af the steamer Fayaway. We have the number of trips 
made by five boats now in port, with their passenger receipts 
for the season. The number of trips were 47, and the aver- 
age receipt for passengers per trip*$l,432 00. If we take the 
average fare paid at $5 00, the result will be 246 passengers 
per trip. Say 230, and take the number of trips made at 320, 
and we have 73,600 passengers for both ways. The Califor- 
nia travel during the year 1850 was doubtless considerable. 

The number of passengers moving on the railroad when 
opened, has been estimated at 143,000. Of this amount 
14,000 is due to short distances from St. Louis, a kind of 
travel not at all accommodated on the river, and 18,000 is 
allowed for travel connected with the iron and lead establish- 
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ments. This leaves 121,000 fr«m other sources, an estimate 
which, when we compare the accommodations afforded, and 
consider the effect of such accommodations on travel every 
where, will be found to be exceedingly reasonable. 

It will be observed that in my estimate of the business 
of the road I have made but a small allowance for passen- 
gers to Kansas destined to Santa Fe, Fort Laramie, and the 
Salt Lake, and for that emigration to California and Oregon, 
which, for three seasons back, has been so extensive. Those 
who have traveled over the ground which the routes surveyed 
this season traverse, and who are familliar with the metallic 
districts which the road may be made to accommodate, will 
comprehend the sufficiency of these various resources within 
the State, to sustain, when developed, your railroad, inde- 
pendent of any business which may hereafter accrue to it in 
connection with a railroad across the continent. 

It will not be irrelevant, in this report on the first railroad 
to be commenced in the State of Missouri, to allude to the 
effects which invariably follow their construction where the 
country through which they pass possesses valuable unapplied 
capacities of improvement, whose results can be brought, by 
the construction of a railroad, within reach of such a market as 
will admit of ready sales being effected at remunerative prices. 

I have already given such a table of the cost of transporta- 
tion on railroads as will enable the farmer to understand very 
nearly what he can realize for his surplus produce, and will 
show the iron manufacturers on the Merrimac the great dif- 
ference in their favor in the cost of transportation by railrpad, 
as compared with the present mode of conveyance. All 
these charges admit of being reduced, as the gross amounts of 
freight to be carried increase. The prompt connection 
with a market at all seasons of the year, and such a mo- 
derate charge for transportation as insures a fair profit 
to the producer, are the two principal elements which 
render railroads so creative of population and wealth, 
and so remunerative to the stockholder and to the landholder, 
to the latter in a greater ratio indeed than to the former. 

That branch of railroad statistics, which would be applicable 
at this stage of your enterprise, is very incomplete. I allude to 
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the tonnage and passenger business of the districts of country 
through which the leading railroads are built, before these roads 
were commenced as compared with that business after they 
were in full operation. But little attention has been paid to the 
preservation of this information, apparently because with very 
few exceptions, the effect has so far exceeded the calculations 
of even the sanguine friends of such enterprises, as to satisfy all 
that the small business of a country, with no opening to a mar- 
ket, forms no criterion of what that business will become with 
easy access to a market. 

The western railfoad between Boston and Albany was con- 
structed for the benefit mainly of the commerce of Boston, and 
with little expectation that it would realize so soon, fair divi- 
dends to its stockholders. The Fitchburg railroad did not ter- 
minate, like the western railroad, at an important commercial 
point, but was dependent entirely on the local resources of the 
country through which it passed.; The immediate develop- 
ment of these has made it one of the most successful roads in 
Massachusetts. The New York and Erie railroad is not yet 
open to Lake Erie, and derives its present business mainly from 
the rich agricultural country through which the larger portion 
of it passes. Its receipts, this season, exceed the estimate of its 
most sanguine friends, and its success will largely encourage 
similar enterprises.! The Baltimore and Ohio railroad has not 
yet reached the Ohio valley, and has been thus far sustained by 
the local business which accumulates upon its route. The vi- 
gorous prosecution of that road, notwithstanding the very great 
expense attending its construction across the mountains, shows 
the confidence which those interested in it, have of its ultimate 
success. 

A line of railroad possesses, by virtue of its being under the 
control of one body, (and independent of the facilities which its 
mechanical superiority over any other mode of communication 
affords,) a power to assist in the development of a country, or 
of a particular branch of industry, which is some times exer- 
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cised with great success, and most beneficially for the object to 
be encouraged, and for the ultimate income of the raUroad. 

It is in this sense that a railroad can for a time afford to 
carry certain articles of freight at prices which barely pay the 
expense of carriage, or which may be less than the cost of car- 
riage. This may occur frequently when these articles are the 
raw material, on which important branches of business (manu- 
facturing or otherwise) depend, situated on the same line of 
railroad, or so connected with it as to benefit it importantly 
by their development. Iron ore may be abundant in one 
place, and the coal which is necessary to its reduction may 
have to be brought from some distance. The railroad can af- 
ford to carry this coal for less than the cost of transit, if thereby, 
the iron ore will be brought into use, and furnaces and forges 
^ erected, leading to an active population, and to other descrip- 

tions of freight which will pay the railroad fair prices. The 
railroad can also afibrd, as it has done, to carry lumber, farm 
produce in quantities, and the leading staples of a country at 
barely paying prices, if thereby the country becomes settled by 
an enterprising population, which develops, as a matter of 
course, new branches of industry, increases importantly the: 
passenger traffic of the road and its freights of merchandise 
and light goods, and ultimately render the staple freights so 
large as to make rich returns at the very low prices which, 

J with the original small quantities to be moved, produced no 

profit. 

No other description of communication can act with so 
much unity of interest as to bring this power importantly into 
play. On the common road, macadamized road, or plank 
road, every wagon receives its seperate profit, and the stage 
cannot practically so control the heavy teams as by reducing 
the charges of the last to a mininum, to seek an increase in 
the amount of its own business. On the river nearly every 
steamboat is owned and controlled by separate and jealous in- 
terests, and no similar power comes into play except competi- 
tion, which may run down the prices of transportation low at one 
season of the year, but docs so without any intelligent object 
in view, and trusts to make up for the low profits then, by 
charging exhorbitantly at some other time, when the absence 
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of competition or an abundance of freight gives it the power 
to do so. 

On the canal, the principle to which I have alluded can be 
brought into play so far as the tolls are concerned, and doubt- 
less, has been with benefit to the entire country through which 
the canal passes, but the boats upon the canals belong to in- 
dividuals, and the cost of transportation there, as distinguished 
from the canal tolls, cannot be brought under the control of the 
same general principle. The railroad is the only kind of com- 
munication, which, all the parts acting in unity and having a 
common interest and a common head, can with a sound intel- 
ligence and for the best interests of its stockholders and of the 
State, assist importantly in the development of certain branches 
of business, with the certainty that any improvement in the 
circumstances or means of the industrial part of the popula- 
tion of the country, through which it passes, must be reflected 
ultimately advantageously upon itself. 

The city of Boston forms a prominent example of the in- 
fluence of extensive railroad facilities prudently applied, in fos- 
tering enterprise and creating wealth. The railroads, which 
have been made during the last twenty years in Massachusetts, 
have derived the capital necessary for their construction chiefly 
from the city of Boston, and the returns, in dividends, for these 
investments form but a small portion of the benefit which has 
resulted thence to that city. There is no navigable river at Bos- 
ton to complicate our clear perception of this result, and the 
surrounding country is connected with the city, and all its re. 
sources brought under contribution solely by means of these 
artificial communications. 

The following table (marked R.) for which I am indebted to 
Mr. John A. Haven, of Boston, gives an interesting exhibit of 
its progress in population and wealth during the last thirty 
years, and shows also the amounts of railroad, constructed dur- 
ing that time. It is worthy of remark that in 1836 the popula- 
tion of Boston was about the same as that of St. Louis at this 
date. 
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R. 
PopuIatioH and Valuation of Boston, from ISSOto 1860, tnc/uWtw. 



TEAE. 


POPULA- 
TION. 


TALUE OF 

REAL 

ESTATE. 


VALUE OF 

PEE80NAL 

ESTATE. 


TOTAL TAL- 
UATIOH. 


No. of nilM of 

nUroAdi epeaod 

ia c«eh 7e«r. 


1830 


43.298 


21.687.000 


16.602.200 


38.289.200 




1825 


58.277 


30.892.000 


21.450.600 


54.442,600 




1830 


61.392 


36.960.000 


22.626.000 


59.568.000 




1831 




37.675.000 


23.023.200 


60.698.200 




1832 




39. J 45.200 


28.369.200 


67.514.400 




1833 




40.966.400 


29.510.800 


70.477.200 




1834 




43.140.600 


31.665.200 


74.805.800 


53 


1835 


78.603 


47.552.800 


31.749.800 


79.302.600 


70 


1836 




53.370.000 


34.895.000 


88.245.000 


23 


1837 




56.311.600 


33.274.200 


89.583.800 


10 


1838 




57.372.400 


32.859.200 


90.231.600 


31 


1839 




58.577.800 


33.248.600 


91.826.400 


54 


1840 


93.383 


60.424.200 


34.157.400 


94.584.600 


77 


1841 




63.963.300 


36.043.600 


98.006.600 


125 


1842 




65.499.000 


41.223.800 


105.723.700 


30 


1843 




67.673.400 


42.372.600 


110.056.000 


16 


1844 




72.048.000 


46.402.300 


118,450.300 


32 


1845 


114.366 


81.991.400 


53.957.300 


135.948.700 


122 


1846 




90.119.600 


58.720.000 


148.839.600 


78 


1847 




97.767.500 


64.595.900 


162.360.400 


105 


1848 




100.403.200 


67.324.800 


167.728.000 


171 


1819 




102.827.500 


71.352.500 


174.180.200 


79 


1850 


138.788 


105.093.400 


74.907.100 


180.000.500 


54 
1130 
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**The valuation of the towns and cities within nine miles of 
Boston, amounts to about $267.000.000 — a gain in ten years 
of over one hundred and three per cenU These towns are, 
in fact, a part of the city of Boston, her capital creating their 
business and her business men residing there. These towns 
and cities have a population of about 293,000 persons. The 
public and corporate property in Boston and environs, not in- 
cluded in the above assessment, exceeds $21,000,000. Boston 
capital has built and owns railways in New Hampshire, Ver- 
mont, Michigan, Ohio, North Carolina, Delaware, Pennsylva- 
nia, Maine and other States. Her capital , invested in railways, 
amounts to over $50,000,000. Her capital is likewise large- 
ly invested in manufacturing and other enterprises throughout 
the United States, besides doing a very large share of the Can- 
ton and East India trade of the whole country. The annual 
returns upon these investments of Boston capital, amounts to 
over $26,000,000." 

The following table of States, in the preparation of which, as 
well as of many of the others, I have been importantly assisted 
by Mr. O'Sullivan, shows the correspondence of density of po- 
pulation with facilities of communication. This effect and pro- 
gression is shown very markedly there in the cases of the States 
of Massachusetts and Ohio. 

The table shows a rapid increase of population in the western 
States with but a small population, however, per square mile, 
when compared with the middle States. The construction of the 
lines of railroad now going on and projected, away from the 
rivers, will offer new opportunities to settlers, and will tend to 
insure a continuation of that rapid advancement, which has 
hitherto characterised the western States. 

The surveys to the west of the Osage river were conducted 
by Mr. Thomas L. O'Sullivan, those between the Osage and 
St. Louis, with the exception of the Misiouri river route, by 
Mr. W. R. Kingsley, and the survey of the Missouri river route 
by Mr. W. R. Singleton. 

I have to acknowledge my indebtedness to these gentlemen, 
and to the junior assistants of their several parties for the indus- 
try with which they have fulfilled the duties entrusted to them. 
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In my examinations of the country I have to acknowledge 
my obligations to Mr. Samuel Massy, whose local knowledge 
of certain districts was very freely communicated. To many 
other gentlemen, resident on the several routes, I am indebted 
for similar assistance. 

To Migor M. L. Clark, Surveyor General, I am under great 
obligations for the facilities afforded me in consulting the land 
maps of the counties affected by our surveys. 

Which is respectfully submitted by 

JAMES P. KIRKWOOD. 



I 



Steamboat Arrivals at St. Louis, from 1847, '46, '49, '60. 





1847 


1848 


- 


- 




502 
430 

Gse 

717 
314 
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Statement showing the periods undermentioned^ togeth 



Sqture milM of 
inrfacQ. 



40,000 
44,000 
39,970 
64,000 
41,300 
40,500 
43,800 
7,800 
58,000 
33,800 
30,000 
50,700 
32,000 
55,400 
10,900 
67,400 
47,100 
6,900 
46,400 
4,700 
10,200 
9,300 
56,200 
1,360 
52,200 
2,100 
59,300 
50,900 
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30 
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110 
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422 
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29.5 

152 
09.3 
61.5 
38.8 
15 
10.9 
35.1 
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H 
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43,112 
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20.2 
27.9 
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02.3 
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13 3 
02.1 
26.8 
33.8 
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02.3 
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4 
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11.9 
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559 
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m 
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50 

25 
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40 
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52 

210 

136 



142 

14 

36 

1 

11 

11 

14 



!i 

Rsaiis. 

"1 



4K 



.1 



671 



'.6 



31 



'.4 



.T 

2^ 

Ik 

27\ 

■ 

192 
62 
94 

11 
1< 

5: 



10,979 1 3,326 l3,ar 



/-5 

*• 






j 



I 



(• 



^ 



